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Foreword

A number of East African countries continue to face - Additionally, with cheaper and more secure trans-
Bortation, food aid supplies are more certain to reach

severe deterioration in their sea/port, road, rail, anéi~" o :
air transport networks. In the main ports, the infratheir rural destinations than would otherwise be the

structure is so limited and outmoded that it has faile§@S€- The region’s exports—mostly bulk agricultural
to keep pace with growing traffic demands. As dtems—are also more likely to be transported effec-

consequence, the subregional transport system is dfvely and efficiently, thereby minimizing spoilage

ten being used beyond capacity, insecure, costly, arfff'd €nhancing incomes.

considered unreliable to meet growing national and In view of the widespread economic benefits of
regional needs, as well as projected future requiredsing least-cost transportation, this study is timely
ments. and intuitive. The author’s discussion of the major

Using data and information based on transport‘nde”ying issues in regional transit traffic, as well as
costs and issues from the two main sea ports Jhe major cost components, is detailed and informa-

Mombasa and Dar-es-Saalam to selected destinatioﬁgfe'

this study presents a comparative cost analysis (with This study finds and recommends that in order to
emphasis on total transportation costs to the shippenake transit traffic more cost effective in East Africa
of in-country and intercountry transport costs forand routes and modes more competitive, additional
various transit and landlocked countries in East Afinvestment on the basis of both existing and projected
rica. traffic levels should be made within the framework of

In light of the interrelationship between the costdOnor-supported regional projects, and coordinated

and efficiency of the transportation network, and the?t that level. This approach reinforces the enormity
cost, timeliness, and state of delivery of cargo, espéagnd broad-based nature of the problem, as well as the
cially agricultural cargo, it is imperative that the ship-"€€d for cost sharing on an issue that will yield
per have access to options for transporting merchaff°llective regional benefit if designed and imple-
dise rather than having to opt for a particular moddnented appropriately.

(although it may be more expensive) only because no This reportis one in a series of studies on Africa’s
other choice exists. Further, over the past few deregional trade and agricultural comparative advan-
cades, the East African region has suffered frequertage, a joint activity of the USAID Africa Bureau's
severe droughts that have threatened national arkbod Security and Productivity Unit in the Office of
regional food security. Food shortages have beeBustainable Development, Productive Sector Growth
further complicated by continued structural grainand Environment Division (AFR/SD/PSGE), and the
deficits caused by the poor, insecure, and high cofegional Economic Development Services Office for
transport system. East and Southern Africa (REDSO/ESA).

With more cost effective and secure modes of
transportation, the cost of transporting grain from
rural, agricultural regions to cities and other urbanCurt Reintsma
areas will be cheaper and food affordability could beDivision Chief
enhanced, thus assuring a key element of food secUWSSAID/AFR/SD/PSGE
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1. Comparative Transportation Cost
Analysis in East Africa

larly relevant to road transport in the region but that
are payable by transport operators, and as a result
indirectly increase the shipper’s costs. It is consid-

This study presents a comparative cost analysis of irgred that even partial elimination of these costs could
country and intercountry transport costs for the counteéduce the overall transportation costs for the shipper.
tries in the East African region, namely Kenya, Tan-

zania (.the transit countries) Uganda, Rwanda angIISTORICAL TRANSPORT

Burundi (the landlocked countries). For the Iand_PERSPECTIVE

locked countries, the study identifies the current tran-
sit transportation routes and presents an analysis of

the financial and economic costs associated with eachhe regional transport industry in East Africa is cen-
route for different types of cargo. The analysis igered at the ports of Mombasa and Dar-es-Salaam.
undertaken against the objectives of the landlockedhe major transit routes in the region, particularly the
countries with regard to transit traffic, which include railway lines, were constructed with the aim of ship-
the development of low cost transit transport route®ing agricultural raw materials to the coastal ports for
and their diversification to enhance transit securitytransshipment to markets in Europe. The intra- and
and against the objectives of food security of thdntercountry functions of the railway, road and lake
countries in the region. systems developed much later, when opportunities

The data and information presented in the reporftor domestic and regional trade became significant.

. . The Northern and Central Corridors, which simply
concentrate on transportation costs and issues from

the two main sea ports of Mombasa and Dar_esgomprlsed the rail and road infrastructures linking

Salaam to selected destinations in route, and/or thl\élombasa and Dar-es-Salaam to the landlocked coun-

. L . . tries, developed over time from the two ports.

main destinations in the landlocked countries, namely

Kampala, Kigali and Bujumbura. The analysis em-  The port of Mombasa has over the years handled
phasizes road, rail and lake transport that have begnore imports and exports from the region than did the
identified as the major transport modes in cargo haulort of Dar-es-Salaam. While the rail network in the
age in the region. Northern Corridor was responsible for much of the
rLIJganda traffic, Kenyan based road transporters were

The analysis focuses on the total transportatio j R i )
costs to the shipper, rather than the freight cost@e major beneficiaries of the concentration of transit

charged by operators of the transport modes useHl.aff'_C allt t:]]e port gf Mompasa, provm;lng almozt. ex;j
The costs to the shipper are identified as comprisin& usively the transit capacity to Rwanda, Burundi an

port handling charges, clearing and forwardingeaStern Zaire.

charges, inland freight charges and the indirect costs ~ Similarly the railway connection between the port
related to transit times that are quantified on the basgf Dar-es-Salaam and Kigoma on Lake Tanganyika
of the opportunity costs of the capital tied for thewas the principal route in the Central Corridor, pro-
“longer than normal” transit times prevalent in theviding linkages to Burundi and Rwanda via barges on
region. Finally the cost analysis considers a wholé-ake Tanganyika to Bujumbura.

range of official and unofficial costs that are particu-

INTRODUCTION




With regards to in-country transport networks,Uganda Routes
the railways and roads have provided the basis to
exploit the productive potential of the places theyMombasa to Kampala Railway Route
transverse. Many of the in-country railway and road 1331 km).
segments have helped to transport both industrial and
agricultural inputs and outputs within the countriesthis s currently Uganda’s principal route for its
and toward the main network to the ports. imports and exports. The route is served both by
Over the years a number of events have comkKenya Railways Corporation (KRC) and Uganda
bined to threaten the low cost transit transport an®Railways Corporation (URC) mainly through block
security objectives of the landlocked countries. Thestrains once a week from Mombasa. It is estimated
include the political instability in the landlocked coun- that the transit time on this route is seven to nine days
tries since the mid-1970s, the collapse of the Eagtom the port of Mombasa.
African Community, the increase in traffic from the
landlocked countries against the needs of the trandilombasa Malaba Kampala Road Route
countries to maximize net earnings and/or minimize(1170 km).
their infrastructure costs, and more recently, the clo-

sure of the Uganda/Rwanda border in 1990. AcCOrdryjs road route, with transit time of about 10 days, is
ingly, transit routes which share infrastructure in thegenerally preferred due to the good quality of the
previously dominant two corridors, particularly road heqyork and availability of social amenities en route.

routes, have developed and traffic flow direction iSHowever, there has been security and political prob-
now dictated mostly by the level of security, operajoms hindering its usage by LLCs over time:
tional efficiency and state of road infrastructure and

support facilities. Mombasa Kisumu Kampala Rail/Lake Route

(1148 kms).

CURRENT ROUTES

This route, the only rail/lake route in Kenya, is essen-

tially a branch route that leaves the main railway line

The StUdY has |dent|f|ed. e|ght. major routesf that '8t Nakuru and extends to Kisumu on Lake Victoria.
currently in use for transit traffic transport within the

) This is now an alternative route to the all railway
region, four to Uganda three from Mombasa and one . o .
ute to Uganda. However, its usage is increasingly

0]
from Dar-es-Salaam and four to Rwanda and BurunJi

diminishing due to the availability of quicker block
three from Dar-es-Salaam and one from Mombas:f-l . . .
. ) ) rains via Malaba to Kampala that make this route,
(Figure 1). A fifth route to Rwanda and Burundi, and_ . . o
i . with an estimated transit time of 18 to 20 days, unat-
the second from Mombasa, is the traditional Northern

. . tractive. It is noted that there is excess capacity
Corridor route via Malaba and Kampala that has been . L
mong the wagon ferries now operating in Lake

nonoperational since the closing of the Ugandaj, .
. " Victoria and more cargo can be taken along these

Rwanda border in 1990. For each route an estimation . . . . ]

o ... routes if only the railways can increase their haulage;
of transit time from each port to the destination in
landlocked countries (LLCs) is made, with the port
transit time at Mombasa and Dar-es-Salaam estimated
at 13 and 22 days respectively. Dar-es-Salaam Mwanza Port Bell (Kampala)

Rail/Lake Route (1680 kms).

At Port Bell, where operations began in 1986/87
using URC wagon ferries, the wagons are railed to



Kampala along a 9 km rail line connection commis-poses problems during the rainy season and there are

sioned in 1992. This is Ugandan only route througtplans to upgrade it. The road joins the new road from

Dar-es-Salaam, and it has been indicated that Ugandsaka to Biharamulo at Kahama, some 20 kms after

would like to use it for as much as 60 percent of itdsaka; and

export and imports despite the relatively longer tran-

sit time of 30 days between Dar-es-Salaam anflombasa Isebania Mwanza Biharamulo

Kampala. Route Through Northern Tanzania (1864 kms
to Kigali; 2156 kms to Bujumbura).

Rwanda and Burundi Routes

Most of the road network within Kenya is paved and

Dar-es-.SaIa}am via Isaka to Rwanda and_ _in good condition up to the Kenya/Tanzania border at
Burundi RaII/Ro_ad Route (1512 kms to Kigali; sebania. The rest of the road through Mwanza and
1854 kms to Bujumbura). Biharmulo is in poor condition. A number of con-

tracts have been signed and upgrading and rehabilita-
The rail section of the route from Dar-es-Salaam i¢ion works are on going or about to start in most
operated by the Tanzania Railways Corporation (TRC$ections of the road within Tanzania. The transit
and ends at Isaka where there is a depot to facilitatémes on this route is estimated at 17 to 20 days for
interchange to road. From Isaka there is a paveboth Kigali and Bujumbura.
highway in very good condition through Lushaunga
to Rwanda and Burundi. The route, with a transif
time of about 10 and 11 days respectively from DarPOTENTIAL NEW ROUTES
es-Salaam, has been operational since 1992, but the
Isaka interchange depot was commissioned in early is considered that the potential alternative route
1994. from Mombasa is the rail/lake/road connection via
Kisumu, and that Kemondo Bay has the greatest po-
Dar-es-Salaam Kigoma Bujumbura Route  tential for ZBR cargo in the short to medium term.
Across Lake Tanganyika to Bujumbura The greatest benefit of the route can be the use of
(1430 kms). road vehicles transshipments on to wagon ferries at
Kisumu with onward journey from Kemondo Bay to

At Kigoma transshipment is conducted onto Arnolad-LCs on the same vehicles. A similar run using rail
and Bartralac barges that are private companies opekagons instead of road vehicles on the wagon ferry
ating vessels across the lake. Onward journeys t@ould be slow, particularly from Kemondo Bay, but
Kigali (1722 kms) are undertaken by road transportW0U|d also restrict the utilization of the established
ers. The transit times on this route to Bujumbura anéfucking capacity in these countries.

Kigali are estimated at 15 and 19 days respectively. While the route has most infrastructure in place,
its viability depends on the speed at which the road
connection between Kemondo Bay and Biharamulo

Dar-es-Salaam Dodoma Singida Isaka

Lushaunga Biharamulo road route (1529 kms (160 Kms) in Northern Tanzania is improved. A
to Kigali: 1821 kms to Bujumbura) feasibility study undertaken as part of the design of

the road has not yielded an acceptable economic rate

o . of return, implying that this road may not be paved
The transit times of about seven to eight days for both ithin this decade. The only likely improvements

destinations. From Dar-es-Salaam the road is in goo\g. . .
» will be sport repairs and re-gravelling. The Govern-
condition and paved to Dodoma. Beyond Dodoma . .
the road is aravel and in average condition. Thi ment of Tanzania has been urged to revise the Terms
59 g ' f Reference for the design study to include potential



traffic to be generated from Kisumu via Kemondocompared with 5 and 3 million tones in Dar-es-Sa-
Bay, which was not included in the original study.laam during the same period.

This would raise the economic rate of return for the While Mombasa handled 700,000 tones of cargo
road. to ZBRU countries in both 1992 and 1993, Dar-es-
Salaam handled only 350,000 and 580,000 tones re-
spectively. Despite Mombasa being responsible for
a significant amount of port handling in 1992 and
1993, Dar-es-Salaam has made significant inroads in
While road/rail/lake routes are dominant within thecapturing transit traffic over the years, particularly in

region, other modes, namely air and oil pipeline transrespect to cargo for Rwanda, Burundi and Zaire.
port, have their share of transit traffic.

OTHER MODES

It is noteworthy that transit traffic to ZBRU
handled at Mombasa between 1987 and 1993 in-
creased by only 19 percent, while Dar-es-Salaam
recorded an increase of 202 percent for the same
There are no scheduled regional air freight/flightsraffic during the same period. This was mainly as a
between the main airports at Mombasa, Nairobiresult of the closure of the Rwanda/Burundi border in
Dar-es-Salaam, Kilimanjaro, Bujumbura, Kigali and 1990, and the opening of Isaka transit depot in 1993,
Entebbe. Regional air-cargo is mainly destined fowhich allowed more transit traffic to go through Dar-
European markets, with mainly horticultural prod-es-Salaam. Dar-es-Salaam handled 76, 93, and 57
ucts the bulk of the freight. Moreover, most of suchpercent of imports to Rwanda, Burundi, and Zaire in
cargo is freighted under scheduled passenger flight3993, compared to 20, 81, and 44 percent in 1987.
Regionally, air transport is used on emergency caseshe major import route to these countries is now the
to deliver food stuffs, medicine, and other urgentlylsaka system that is almost fully developed except for

Air Transport

required relief supplies. TRC capacity limitations, and it is unlikely that sig-
nificant reversal of this trend will occur.
Pipeline Transport It is also significant that exports from Burundi,

notably coffee (averaging 30,000 to 35,000 tones a
The Oil Pipeline from Kenya Oil Refineries in year) have traditionally been routed through Dar-es-
Mombasa that carries white oil products to Nairobi,Salaam, 90 percent in 1993, compared to 93 percent
Kisumu and Eldoret has not realized its full use duén 1987. Rwanda’s exports, notably tea and coffee,
to lack of an oil terminal jetty in Lake Victoria at have likewise been routed via Mombasa 98 percent in
Kisumu that would promote the use of oil barges1987 and 99 percent in 1993 partly because of easier
across the lake. However, the Eldoret terminus iaccessibility of the all road route in the Northern
gaining popularity with transit oil tankers that are Corridor, but also because Mombasa has established
now taking short turns near the border for increasetharketing channels for these commodities.
trips. The Kisumu terminus is also being used by oil

_ Thus the position of Mombasa as a transit port
tankers through Busia to Kampala.

may be severely weakened in the next few years,
except for Uganda, which has consistently used it for
Freight Flows most of its imports (80 percentin 1987 and 94 percent

in 1993) and exports (74 percent in 1987 and 89
Mombasa port is the largest port in the East Africgpercent in 1993). It is known, however that the
region with a capacity to handle some 22 millionUganda Government has the objective to create ca-
tones of cargo annually, compared to 7 million tonegacity to move up to 60 percent of its imports through
at Dar-es-Salaam. In practice, however, the Mombagather routes, not only to achieve lower costs, but to
port handled only 7 million tones in 1992 and 1993,ncreased transit security.



2. Major Issues In Transit Traffic

Company), and the monopoly enjoyed by the Agence
Maritime Internaitonale (AMI) who doubles as both
the manager of at least one berth, the Belbase, for
ZBR cargo, and as a clearing and forwarding agent
The ports of Mombasa and Dar-es-Salaam have simiras not provided a basis for competition and cost-
lar operational problems. These include rundowreffectiveness.

equipment, lack of preventive maintenance programs | is also widely acknowledged that although the

and poor management, this latter being the result gfje of clearing and forwarding agents is crucial to
political rather than commercial orientation. Bothi,a o\ ccess of the ports, many of these personnel lack
ports also suffer from persistent late submission anpelevant training, certification and experience, and
incorrectness of pertinent vessel and/or cargo infora e ot efficient, honest and fair in their dealings with

mation resulting from lack of a unified information port users, customs authorities, and the port authori-
system, and low level of cooperation among player§eag themselves.

involved in the execution of ports procedures.

PORTS" INFRASTRUCTURE AND
FACILITIES

In addition to the common problems, Mombasa’s
port suffers from customs and security arrangement@USTOMS SERVICES
that accompany the clearance of goods, including

verifications of containers, posting of security bondsrhe cumbersome customs procedures at the ports are
for goods in transit, and police escorts, all of whichexacerbated with problems related to organization of
contribute to delays and frustrations for port usergystoms services in respect of road traffic at the bor-
particularly shippers and transport operators. der ports with high traffic levels such as Busia, Malaba,
At Dar-es-Salaam, although delays occur, transitsebania, Rusumo, and the Isaka transshipment depot
traffic is accorded priority, however it is the rela-in Tanzania. These offices do not have appropriate
tively high tariff level at that port that is the major infrastructure to serve the increasing volume of traf-
concern for shippers and other port users. Dar-edic and the customs personnel are inefficient due to
Salaam port charges are as much as 150 percentlésk of adequate training and motivation.
200 percent of the equivalent charges at the major The |ocations of some of the offices are inappro-
ports in Eastern and southern Africa, incIudingpriate, and in many cases the working hours of adja-
Mombasa, Maputo and Durban, the latter the largesient customs offices vary, which translates into pro-
and most efficient port in the region. longed waiting times at the border posts. Moreover,
Delays at the port of Dar-es-Salaam are also ththere are no adequate parking areas, and trucks park
result of the underdeveloped telecommunication faat both sides of the road or in front of the offices
cilities within the port and between the port and thevhile waiting for the formalities to be completed.
hinterland that are inadequate. Information provided |t should be recalled that the same formalities

is seldom timely and accurate, resulting in slow vescompleted at one exit post are repeated at the entry
sel turnaround, high storage charges, and genergbst of the neighboring country with all the monetary

delays. Similarly the availability of only one ship- and time costs involved. These factors, which result
ping agent NASACO (National Shipping Agenciesin traffic jams at the border posts and increases costs




and transit times, are exacerbated by the lack of aexports are being routed via Malaba by the block
adequate telecommunications network that wouldrain services. The ferry links on Lake Victoria be-
allow all custom offices to communicate with eachtween Port Bell/Jinja and Kisumu (Kenya) and
other, as well as with their central administrations. Mwanza (Tanzania) form an integral part of the rail
network. URC needs approximately US$100 million
for its proposed projects until 1997.

THE RAILWAY SYSTEM URC rail freight traffic increased steadily from

263,615 tones in 1985 to 491,047 tones in 1990. In
Available statistics indicate that deteriorating operat1991 however, freight traffic declined to 415,913, but
ing conditions for Kenya Railways Corporation (KRC) this increased to 485,705 in 1993. Much of URC rail
have affected the rate of overall cargo off/take fromyraffic is external; the 421,721 tones of Uganda’s
the port of Mombasa. The reasons given for poogxternal trade carried on the URC in 1990 amounted
locomotive and wagon availability include lack of to 86 percent of URC's freight tonnage in that year.
spare parts, poor maintenance practices, failure tphe volume of rail freight traffic is sustained by
earmark funds for repairs and poor planning of equipgovernment policy that directs all coffee exports to be
ment acquisition. moved by rail. In 1990 for example, coffee exports
These problems, which are exacerbated by thérough Malaba amounted to 141,703 tones, equiva-
aging fleet of locomotives and rolling stock, a run-lent to 31 percent of the Malaba traffic, or 29 percent
down track system and bridges, lack of proper coorof the total rail traffic in that year. Cotton traffic
dination with Kenya Ports Authority (KPA) opera- Which had declined over the past years is beginning
tions, poor interface with the lake services and lack ofo Pick up as shown by a rise from 2,405 tones in
clear business orientation all lead to poor turnaround990 to 7,433 tones in 1991.
of locomotives and wagons, and delays in cargo flows.  Growth in the construction industry has resulted
Freight tonnage hauled by KRC stood at 3.5 millionin jron and steel traffic reentering the list of com-
tones in 1992, but is targeted to reach 3.8 million irmodities carried by rail. Similarly, URC marine freight
1996. amounted to 340,450 tones in 1990, 226,301 tones
KRC’s principal business share is largely the(66.5 percent) via Kisumu, and 114, 249 tones (33.5
domestic market. Transit cargo, 550,000 tones iRercent) via Mwanza.
1992, does not receive any special categorization, Much of the fixed infrastructure of TRC is old
and there are no special facilities set aside to handlgnd requires replacement but, in the short term, the
this component of cargo. The effect is that problemsrack is not the major constraint to increased perfor-
in the domestic cargo flows affect transit traffic move-mance. In recent years, tracks have been relayed,
ments. In order to enhance KRC'’s capacity to movéallasting increased, and bridges strengthened or re-
more traffic on the Northern corridor, an investmentplaced. The port of Kigoma has recently been reha-
of US$50 million is needed to improve rolling stock pilitated, and has considerable excess capacity. A
and infrastructure. However, no source of fundincthumber of other initiatives are being tackled under
has been identified. the ongoing World Bank-financed Railway Restruc-
Within Uganda, most of the rail network is very turing Program.
old, and in general, the condition of the track remains  The rail/lake route from Dar-es-Salaam via
poor. The Malaba Jinja Kampala line (251 kms) iSiwanza to Uganda began operations in 1986/87 us-
generally in good condition except for some sectionshng URC wagon ferries. TRC has experienced sev-
where the sleepers are worn out and require replaceral capacity constraints on this route, and at one time
ment. The entire line, however, requires reballastingJRC hired some locomotives to TRC to help move
The rehabilitation of the Kampala Jinja Malabacargo destined to Uganda. There have also been
section is a top priority as the country’s imports anchttempts to move cargo by road between Dar-es-




Salaam and Mwanza where it is transshipped tand forwarding name tag for a company registered in
Uganda ferry wagons. However this attempt hashe country to which the consignment is destined.
been frustrated by the condition of the road betweehlence, vehicles from the landlocked countries are
Dar-es-Salaam and Mwanza, parts of which havelelivering transit cargo to their countries from

remained in very bad condition. Mombasa leaving Kenyan-based companies with little

TRC freight tonnage has stagnated at around 1.g10ice but to complete for domestic cargo.

million tones between 1988 and 1992. While freight  The road freight vehicle fleet in Kenya is com-
tonnages carried on the railway system have declingabsed of very old vehicles, average 15 years old,
from 933,000 tones in 1988 to 924,000 tones in 1992yhose operational efficiency is quite low, utilization
marine tonnages increased three fold from 43,000f 50,000 to 60,000 kms a year. Although the indus-
tones to 137,000 tones during the same period. They was initially dominated by the parastatal
increasing marine tonnage is related to the growing(ENATCO (Kenya National Transport Company),
significance of the rail/lake route via Mwanza toat present, the industry is in the hands of private
Uganda. However, it is observed that TRC has beeowners and operators.

unable to expeditiously move traffic on offer at the  tpqore are many vehicle models with varying ca-
port of Dar-es-Salaam, thereby remaining a weak linlg, vities of as much as 60 tons. It is understood that

in the Central Corridor. It is understood that despitg,qpicle operators are burdened by high administra-
the equipment owned and significant salary increaseg,e costs due to the recent high inflation rates while

in 1992, TRC management does not yet fully portray et rates have stagnated due to competition in the

(?ommercial orientation and labor morale and motiva-mdustry_ Despite these problems, the industry has
tion are very low.

continued to carry more than 70 percent of the total
national freight, earning KE176 million in 1989, which
rose to K£262 million in 1992, an increase of 49
percent in four years.

ROAD FREIGHT TRANSPORT SYSTEM

) i . In Tanzania, fleet replacement has averaged 4

The fast growth of road freight industry in the East o
. . . percent per year, which is inadequate compared to the
Africa region from late-1960s to mid-1980s can be .
, ) o __more than 15 percent replacement rate estimated as
attributed to the substantial decline in the service . . .
.. . appropriate under poor African road conditions. To
standards and efficiency of the rail transport system. C .
. . . overcome this situation, the government in 1990 ne-
During these early years, road freight business was

i ) otiated with several international private investors
very lucrative and attracted both experienced ana . N :
0 increase a capacity in road haulage by granting

inexperienced transport operators into the industry.du,[y free importation of vehicles and related spare
Due to expansion in the industry, vehicle fleetsparts. This incentive coupled with the prospects of
have grown indiscriminately in quantity but not in high profitability levels attracted major transport com-
technical standards. The involvement of inexperipanies to invest in the road freight transport industry.
enced operators has led to poor management of trucks The lack of adequate restriction of axle load lim-
f'jmd the varied vehicle fleet models in the ,“’79'0” haﬁs in Tanzania during the early 1990s also served as
increased the problem of spare parts acquisition. Thg,-

) ] ) n encouragement for the new investors to bring in
situation has led to high cost of road transport ser- _, . . .
vehicles of high capacities, of as much as 60 tones,

vices to consumers in the region resulting in poor , . . . . !
i o 9 9 ) POO hich would provide a basis for even higher profit-
vehicle utilization and hence low returns on invest-

ability.
ment for operators.
However, by 1994 the Tanzania Government had

reintroduced duty on various aspects of haulage op-
erations that translated into considerable increases in

Currently, a large proportion of the vehicle fleet
in Kenya is involved only in domestic haulage. Much
of the import traffic at Mombasa lands with a clearing



operating costs. This, coupled with the increasingVictoria serving both the Central and Northern Cor-
restriction in axle load limits, has had a tremendousidors. In addition, Lake Tanganyika serves the Cen-
effect on margins, impairing the capacity of thesetral Corridor. The problem is that there have not been
operators to comfortably meet their committed finan-coordinated lake services in the subregion. Services
cial obligations. The strict enforcement of axle loadare not scheduled and ferries sail on demand. Opera-
limits on vehicles has also reduced permitted paytionally, it would appear that there are no major prob-
load, thus affecting revenue potential, reducing operems in the rail/lake interface, probably arising from
ating margins further. the current excess capacity of the ferries. However,

By June 1994, a number of Tanzanian-basedvestment and rehabilitation of lake facilities has
operators had shifted their base of operations tgeen minimal. This has led to deterioration of these
Mombasa, focusing on ZBRU traffic. This move facilities and lack of some basic equipment needed
beefed up existing capacity in Mombasa and freighﬁ()r safety and communications in marine operations.

rates fell drastically due to increased competition. It is understood that the lake services are run

Public sector participation in Uganda road freightWithOUt internationally accepted standards necessary
industry is minimal, though there is one governmentIO ensure safety of life, navigation and prevention of

owned freight trucking and clearing company (Tran_po_llgtion. T.here has also_been cas_es of accide_nts
socean (U) Ltd) and one cooperative union (Thé';lrlsmg from improper handling of ferries by unquali-
Uganda Cooperative Transport Union Ltd (UCTU))f'ed personnel. Another major prob.lem_ls the lack of
that offer trucking services. In practice however,2n Up-to-date and enforceable legislation to govern

only the latter offers such services with the forme/Saf€ maritime activity particularly on Lake Victoria.

relying on private subcontracting. Thus most of the  An inland waterway transport agreement provid-
transit traffic transportation is within the domain of ing minimum internationally accepted standards for
private sector companies. These have been respatfe conduct of safe maritime activity that should form
sible for the transportation of most of the food stuffsthe basis of harmonized national legislation has been
agricultural produce, livestock, and industrial prod-prepared, but not yet discussed. Moreover, the Per-
ucts in the country, and of a significant amount ofmanent Technical Committee set up in 1990 by the
Uganda’s imports and exports through Kenya. Preferential Trade Area (PTA) Council of Ministers

But the perhaps the major problem facing road® formulate a coordinated development program on
transport in the region is the condition of infrastruc-Niand waterway transport has never become func-

ture, particularly along the routes through Tanzanidona!-

to the LLCs. With the heavy investment made in the

rghabnltatlng roads, the major gmpha3|s must now b&OORDINATION OF 7BRU TRAFEIC

directed to adequate road maintenance and preven-

tion of overloading, however, the problems of over-

loaded vehicles which threaten the benefits of roadhere are also subregional, regional and continental
rehabilitation still persist. The main problem of axleorganizations that influence the current structure and
load control is the lack of adequate legislation andunctioning of the transport industry. These include

enforcement equipment, however, every country irthe Transit Transport Coordinating Authority (TTCA),
the region is understood to be concerned. the East African Cooperation Agreement (EACA),

and the Eastern and Southern Africa Common Mar-

ket (COMESA), all of which develop policy mea-

MARINE SERVICES sures that act as checks on transport costs. The
current problem in these organizations is the lack of

Lake services continue to play an increasingly imporPolitical goodwi.ll and financial support from some
tant role in the movement of transit cargo, with Lakgember countries they represent.




As the TTCA is charged with the coordination of tion of the Northern and Central Corridors is no
transit traffic through the Northern Corridor, the clos- |onger valid. Road routes emanate from Mombasa,
ing of the Uganda/Rwanda border renders the tradiput leave the traditional Northern Corridor route at
tional Northern Corridor route to Rwanda and Burundivarious stages to join road connections from Dar-es-
not in operation with the implication that the TTCA Salaam to Rwanda and Burundi. Currently there is
role is currently limited to Uganda traffic, and that no road connection to Rwanda and Burundi via the
movement of the bulk of the transit traffic in the old Northern Corridor route. As it were, the role of
region is not coordinated by any specific authority. Ithe TTCA has shrunk as a coordinator of the North-
also means that the former strict distinct categorizaern Corridor traffic.
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3. Major Cost Components

Four major cost components have been identified aspective border posts. Similarly, the detailed in-
comprising the overall costs of transportation fromvolvement of CFAs in Mombasa including verifica-
the ports of Mombasa and Dar-es-Salaam to the landion of containers, posting of security bonds , in-
locked countries. volvement with the police and escort convoys,
cancellation of bonds, and general financing costs all
combine to generate clearing and forwarding costs
PORT CHARGES that are more than the equivalent costs at Dar-es-
Salaam. It has been estimated that cost and freight
charges could average as much as 6.5 percent of Cost,
Since the revision of the port tariff in Dar-es-Salaampnsrance and Freight (CIF) at Mombasa compared
in September 1992, this port has become the mogy 3 5 percent of CIF at Dar-es-Salaam, which has

expensive transit port in the Eastern Africa, incIudingn:)|ati\,(:’,|y simpler procedures that are less cumber-
Mombasa, Maputo and Durban. Indeed, the new,me.

tariff for the port of Mombasa that became effective

in January 1995 is even more concessionary than the

previous tariff that had been in use since July 198 REIGHT CQOSTS
The high tariff at Dar-es-Salaam had a devastating
effect on the port’s traffic handling in 1993, a decIineBy Route
of 44 percent, from 5.1 million tones in 1992 to a

mere 2.9 million tones.

The rail/lake connections between Dar-es-Salaam and
In terms of relative costs, charges for transitwanza to Port Bell, and between Dar-es-Salaam
traffic at Mombasa are only 43 percent and 45 perand Kigoma to Bujumbura have the lowest freight
cent of the equivalent charges at Dar-es-Salaam, feates for traffic to Uganda and Burundi respectively.
general cargo and containers, respectively. SimiNonetheless, the Isaka rail/road system offers the
larly, domestic cargo rates at Dar-es-Salaam are abogfeatest potential for Rwanda and Burundi cargo.
twice as much as the equivalent costs at Mombasghe traditional Northern Corridor road route (now
This analysis does not include time costs related tfiot in operation), although previously recognized as
inefficiencies and delays at each port. the most convenient transit route to the landlocked
countries of Rwanda and Burundi, has currently no
cost advantage over the Isaka rail/road system, which
CLEARING AND FORWARDING together with the Dar-es-Salaam - Kigoma rail/lake
CHARGES ferry connection are the most cost effective routes to
Burundi and Rwanda. The Kigoma rail/ferry connec-
tion to Burundi is particularly cost effective for gen-

Most transit cargo from Mombasa inevitably eral cargo traffic. The proposed road/ferry alterna-

crosses more than one border, as compared to transit s
) ) P tslve route from Mombasa via Kisumu and Kemondo
traffic at Dar-es-Salaam where there is only one bor:
Bay would have an overall lower cost structure, com-

der crossing. The crossing of two border posts entallrs)(,m:}d to the two routes in the Central Corridor.

increased transactions both at Mombasa and the re-
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efit from the concept of containerization particularly

By Mode for importers. When containerization was introduced
in East Africa in 1965, necessary handling equipment
gpas installed at both the ports of Dar-es-Salaam and

ally higher than the equivalent rail or rail/ferry com- Mombasa to facilitate the speedy handling and move-

binations. The road freight costs are higher than raff*€nt of container traffic. However, these equipment
because they include interalia transit charges payabfid facilities have been outstripped by the increasing
by the transporter on transit which include transiontainerized traffic. ~Additionally, at Mombasa,

goods licences, entry permits, transit bonds, bordfontainers are _sometlmes stripped. At Dar-es-Sa-
fees, temporary road licences, foreign vehicle perI_aam, the stacking areas are several kilometers from

mits, toll charges and foreign commercial licencedN® Port this local movement is costly to the shipper.

selectively applied by different transit countries at  Finally the charges related to demurrage of con-
varying levels, depending on whether the vehicldainers in transit, and the costs related to the return of
carrying cargo to the landlocked country is registeregmpty containers, all combine to increase the costs of
in that country, or in another country. containerization in the region, with no benefits accru-

An analysis of these charges indicate that the)ipg to the importer. Indeed, there are instances in this
amount to as much as 20 percent of the direct freigl,§[tudy in which it has been found that the overall cost
costs (11 to 14 percent of the total costs of transport?.f transporta_mon of containerized traffic is higher
Nonetheless, roads in good condition, such as tht(j‘gan the equivalent costs of general cargo movement.

Malaba route, are associated with costs tending to- o _
ward the equivalent rail or rail/ferry costs. Costs Due to Inefficiency and Delays in

Road transport operations within the region areTranSIt

also subject to police checks at makeshift road blocks

operated by various police departments. It is under is assumed that for each consignment, the importer
stood that substantial sums of money are paid unofl@s & normal budgeted transit time for purposes of
ficially and corruptly to police officers manning these Planning, 12 days for Uganda, and 15 days for both
road blocks in the pretext of enforcing road trafficRwanda and Burundi. On this basis, all the routes in
regulations. For example, drivers spend as much 4ke region exhibit average transit times in excess of
US$20 between Mombasa and Malaba. Road trand€ budgeted transit time. It is argued that the excess
porters have also been prosecuted and fined |ard@nsit time can be related to excess funding costs,
sums of money or have corruptly paid their Wayassuming cost of working capital at 20 percent and

The freight costs related to the road mode are gen

because of overloading. inflation at 20 percent.
These additional costs have been estimated to be
General Cargo vs. Containers between US$111 and US$597 for a 40-ton general

cargo consignment for all four Uganda routes, and
fetween US$139 and US$426 for all the routes to

General cargo rates and those applicable for contai _ Rt
ers are fairly similar for each transit route in theRwanda gnd.BurundL. These ranges are falirly similar
for containerized traffic to the three countries.

region consequently, container traffic does not ben-
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4. Total Costs of Transportation

The analysis provided in this study indicates thatives of the transit countries that relate to the minimi-
there is a fairly uniform cost pattern for all the four zation of their infrastructure costs. In the following
routes to Uganda, with no clear cost advantage fgparagraphs we enumerate some key issues that need
any, although container traffic appears to be slightlifo be addressed in order to make transit traffic cost
more expensive. However, the cost patterns for routesffective and routes and modes more competitive.

to Rwanda and Burundi vary widely, with the Isaka  here s Jittle doubt that additional investment in

rail system being perhaps the most cost effectivgfrasiructure is a priority to the solutions of the low
transit route for all categories of cargo. cost objectives of the LLCs. However, additional

The rail/lake Kigoma connection is also prefer-investment will only be justified by traffic levels, and
able for Burundi traffic. As is clear, these cost patit is clear that the transit countries will not make
terns favor the Tanzania routes, with the traditionainvestments just on the basis of projected transit traf-
Northern road route to Rwanda and Burundi havindic levels, because the routing decisions of this traffic
no cost advantage but remaining a competitive roacemain unpredictable and are influenced by factors
route if it were to be reopened because of its estalwutside the control of the transit countries.

lished infrastructure. The LLCs have also lacked initiative that would

assure the transit countries of their longer-term com-
mitment to routing decisions. In this context, many
investment decisions will be viewed as risky on indi-
vidual country basis, and their implementation will
At present, the landlocked countries (LLCs) pay up thot be achieved unless they are recognized as re-
90 percent of CIF value of imports assuminggional projects, and coordinated at that level, through
US$10,000 CIF value and weight of 40 tones as totalonor support.

transportation costs of their cargo. The effort is to

) o i Notwithstanding the investment needs, it does
reduce this proportion in the context of developing " . o :
o . o . ~appear that additional investments in infrastructure in
low cost routes. Similarly, transit security in a region

. N the region will not necessarily provide more capacity,
so dependent on imports for its lifeline would be g yp pactty

) ‘or provide a basis for lower costs, or make major
achieved, only to the extent that cargo movement is . . .
i improvements in the transit system, and that mainte-

not tied to one port, route or mode, such that cargg : Co
nance and preservation of the existing infrastructure

flow is not disrupted by external factors. must be the main priority, through better manage-
In Eastern Africa, transit security depends on twoment and technical assistance.

factors: the access to both ports of Mombasa and Dar-
es-Salaam, and the availability of both rail or rail/
ferry and road modes of transport. These two objecftHE PORTS OF MOMBASA AND DAR-
tives have been difficult to reconcile because th&S-SALAAM

diversification of routes and modes to ensure a steady

flow of cargo often negates the low cost considerthe first important step in enhancing efficiency at

ations. Any recommendations made to achieve thgoth the ports is to initiate a comprehensive preven-
objectives of the LLCs must also recognize the objece,tive maintenance program, with the objective of

RECOMMENDATIONS
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keeping port equipment in running order instead of

spontaneous breakdown repairs. Such a prograg\:LEARlNG AND FORWARDING ISSUES
should be ideally contracted out to several and sepa-

rate private managements that would also provide @&he role of clearing and forwarding agents is crucial
basis for competition within the ports. Notwithstand-to the success of the ports, and yet current procedures
ing the reorientation of maintenance managemenfpr licensing personnel do not involve port authorities
the general management of both the ports need to lsead the vetting of basic requirements of their trade. It
more commercially orientated, with managers beings recommended that in the future, KPA and THA
appointed on the basis of their professional backtake a more active role in training personnel so that
grounds, rather than on political considerations.  training, currently being offered at Bandari College,

The ports must also be transformed to act more ds more focused, structured and certificated, and be-
focal points for coordinating all efforts aimed at ren-COMeS the basis for licensing.
dering quality services with regard to transit traffic It has been suggested that a CFA should be sub-
rather than simply pursuing the traditional role ofjected to as many as five years apprenticeship in the
ports that were confined to loading and discharginglearing and forwarding of domestic cargo before
of goods to-and-from vessels. they are certified to handle transit traffic. It would

The port authorities need to interact more closely‘?‘lso be beneficial to port authorities, in their efforts to

and to play a leading role with different major players2ddress the cumbersomeness of customs procedures
in the transportation chain, including the shipping@nd regulations, to effectively review CFA opera-

agents, clearing and forwarding agents, transpoﬂons by enforcing a code of conduct and penalties as
operators, custom officials, and shippers. Unless thid Pasis for improved port operations. For the port of
is done, the efforts of each player remain piecemeaP@/-€S-Salaam, it is recommended that the Govern-

with the effect of an overall poor level of port service.MeNt Of Tanzania should liberalize clearing, forward-
ing and the shipping agency businesses as a basis for

The new orientation, coupled with improved fostering competition and improved service quality,

operf’alting prgcedures, training, remuneration 9f Iabarticularly where AMI and NASACO are involved.
bor, information flows and safety procedures, will go

along way in enhancing the overall performance of
the ports even at the current levels of investment iCUSTOMS PROCEDURES
infrastructure. This coordination role will also facili-

tate consultation with key players in ports so that .
y play P Customs procedures are widely reported to be cum-

important decisions such as tariff issues are not ark;ersome at both ports of Mombasa and Dar-es-Sa

rived at arbitrarily. . .
laam, particularly for Mombasa where customs veri-
As a basis for strengthening the role of the KPAfication, transit bonds and other requirements have
and THA as coordinators of various actors in theyeen cited as bottlenecks. The TTCA and other
transportation chain, there is need for a unified inforstakenolders have proposed harmonized procedures
mation system within the ports so that shipping angng requirements such as the Transit Pass or PTA
cargo information can be shared. This would involvgegional bond guarantee. A rapid release system for
computerizing the individual activities at the ports (asontainers is also currently being implemented with
is already proposed for Mombasa) and linking thénore proposals for curbing fraud. A study on cus-
information of the various activities. Similarly, direct \oms fraud and traffic diversion in the Northern Cor-

phone and fax communication between the transifjqor, proposed since 1991, was finally implemented
countries (particularly Tanzania) and the Landlockegn january 1995 with EEC funding.

countries should also be ensured to facilitate the no-

. : . There is also a need to carry out infrastructure
tification of bills and other necessary documents in e . .
this manner development and modification, especially at the high
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traffic posts at Malaba, Busia and Isebania, which canrganizational structure investments and the manage-
not be executed due to lack of funds. In addition, ament of finances.
adequate telecommunications network within the i ig suggested that KRC divest its interests in

customs departments has been proposed to enallggons and telecommunications and remain more
speedy communication between customs offices angyncerned with the management and provision of

their central administrations. The implementation ofigcomotives. In this way, the private sector would
such a project requires a study and financial supporg,,, wagons and interface with KPA directly.

Increased cooperation and coordination between
THE RAILWAY SYSTEMS KRC and URC, and between TRC and URC is an-
other priority area; it will raise capacity and quality of
) L ) rail services. Such cooperation has been achieved to
Continued rehabilitation of the railway network and i

some extent; URC now holds separate monthly meet-

rolling stock arg a priority in East Afrlca,.and theings with KRC and TRC, and some form of agree-
donor community has been very responsive to im-

) ments or memoranda of understanding exist. The
provement of infrastructure and facilities. However, L . . .
L . . . coordination among railways in the region should
total funding is always lacking. It is estimated that

. N also be emphasized between them and the major key
KRC alone requires US $50 million in order to en-

. . , layers in the transportation chain, including ports,
hance its capacity to move more traffic, such as th y P gp

. . . FAs, customs and other multi-modal and service
upgrading of the Nakuru—Kisumu branch line. URC . .

- . : agencies. There should be development of inter-

needs US $100 million for its proposed projects be- . : .

railway marketing and forwarding arrangements to

sides the fleet of 400 new wagons received and 1000 . L .
avoid duplications and to provide for mutual revenue

wagons rehabilitated since 1992. Priority projects . . .
. o . I collections. Harmonized transportation plans and
identified for URC include the rehabilitation of the

%oordination of activities with road/marine transport
Kampala—Malaba and the Kampala—Kasese branc L
lines should also be initiated.

In TRC, some of the problems are being tackled
by the ongoing World Bank-financed Railway Re-\MARINE SERVICES
structuring Program (RRP), through infrastructure

rehabilitations, improved capacity, operations perfor-

mance and financial targets. TRC has acquired '(,Ij'lhere have been successful experiments in the utili-

: : A . zation of ferries between Kisumu and Kemondo Bay
container stacking crane (through Belgian financind

in 1993) to improve handling facilities. TRC has also” Lake Victoria to carry trucks and trailers loaded

secured funds from EEC for the development of théNlth transit traffic destined for Rwanda and Burundi.

Isaka Inland Transit Depot. Despite these eﬁortsTh'S transportation route is a major area of potential

. . o for increasing ferry utilization and should be ex-
improvement in communication between the ports , ,
lored and actively marketed. It calls for the im-

and the landlocked countries—i.e., the Advance CargB )
. N . provement of the hinterland roads to-and-from the
Information Systems (ACIS)— is still a priority.

Bukoba—Biharamulo road, from the Kemondo Bay

It is acknowledged however, that additional in-ferry terminal. Other issues to be addressed should
vestment alone will not improve capacity. There is gncjude:

strong case for better management practices that
should be advocated by governments, donors an
employees of organizations concerned. This should
involve the restructuring of the railway organiza-
tions, gearing railways to commercial operations, regu-
lar reviews of operational performance parameters,

The proposal to establish autonomous marine
sections within URC, KRC and TRC that have
been on record since the early 1980s, should be
accorded more serious thought. In the first in-
stance, a study on the modalities should be un-
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dertaken for the establishment of a regional orga¢(SATCC) working group on road infrastructure with
nization to operate ferry services on Lake Victoria.a view to forming a similar group of experts. The
The study should include traffic levels, the struc-task for the proposed working group would typically
ture and scope of the regional organization, fundinclude the identification of subregional road sector
ing levels, source of funds, and manpower reprojects, review of road design standards and speci-
quirements. fications, formulating strategies, updating road in-
B The TOR for the design and upgrading of theventory, and promoting road safety measures on in-
Kemondo Bay—Biharamulo road should be re-ternational transit routes.
viewed by the Government of Tanzania to in- The UNCTAD study showed that technical as-
clude the potential traffic via Kisumu and sistance is critical for the effectiveness of the working
Kemondo Bay. The upgrading of the road hagroup. Donor support will be required for various
attracted the interest of several donors, includingctivities. Initial negotiations with potential donors
the African Development Bank (ADB), but the to finance the road inventory and technical assistance
limitations of a low Internal Rate of Return (IRR) program have been suggested, with UNCTAD and
has delayed firm commitment. Donors and inter-UNDP being requested to coordinate donor contacts.
national organizations such as the European DEFTCA has presented a proposal to the EEC for a road
velopment Fund (EDF), the United Nations De-management study, for financing from the balance of
velopment Program (UNDP), the Danish funds allocated under the Lome Ill program to which
International Development Agency (DANIDA) EEC has already agreed.

and the United Nations Conference of Trade and  \jemper states have also been urged to accelerate
Development (UNCTAD) have been asked assisfeagyres to establish adequate road maintenance funds
in this implementation of this proposal, including ¢om user charges. The ideal is to have an inter-

the funding of the proposed investment studies to,jnjsterial committee in each country consisting of
justify the exploitation of the route. representative from public works, finance, transport
and economic planning. The committee will ensure
the success of road maintenance through user charges.
This should go hand-in-hand with continuous traffic
surveys in each country and in the region at large.
Overloading is a major factor of road transport in the

region. This is causing premature deterioration of the

road network. The various governments have bee@ OMPETITION IN THE ROAD SECTOR
urged to monitor the importation of trucks and local

assembly to ensure conformity with the relevant regu-

) . . . .Increased competition among in-country transport
lations on axle loads and vehicle dimensions. This P 9 y P

. . . operators as well as intercountry operators is a prior-
will alleviate road transport costs and infrastructure P yop P

damage. The action calls for organization of sensiti'—ty in the region as a basis of reducing the current high

. . . cost of road transport operations. However, this may
zation seminars for road haulers to examine the rela-

tionship between transport costs, overloading and roar(]JOt be achieved unless the issues that govern road

—_ transport costs are known. This calls for a regional
deterioration, and the need for axle load controls. ,
study on road transport costs to address the issue of

The formation of a group of experts on roadyepicle models operating in the region, now thought

infrastructure has been proposed by the Transit Trangg pe too many for specialized and high quality main-
port Coordination Authority (TTCA), and UNCTAD {gnance. The study should also:

has sponsored a study to assist in its formation. Among
other things, the study reviews the functioning of the
Southern African Transport Coordinating Conference

ROAD TRANSPORT

address the possibility of harmonizing duty on
imported vehicles and spare parts for the ap-
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proved vehicle models, and analyzes optimatlearing and forwarding associations such as the Tan-
truck engine capacity, fuel consumption patternszanian Association of Freight Forwarders (TAFFA),
and the issue of fuel costs, duty and taxes; in order to promote better management and opera-
B examine the extent of government protection orfional practices of transit traffic. Finally, the TTCA
certain transport operators in the region; and should continue to coordinate studies that have im-
i o pact on transit traffic, including a study toward the
- make .recomme.zndatlons fo.r alleviating m_arketestablishment of a data bank to facilitate an informa-
distortions for |mplgmentat|on b_y the national tion system for transit traffic in the region. A number
governmen.ts ObJeCt'_Ve of reducing road trans-of these studies were identified in the TTCA’s work
port costs in the region.

plan for 1993/1994, and funds were being sought.

REGIONAL COOPERATION TRAINING

The member states of the Northern Corridor Transi}s\mong the roles proposed for the expanded TTCA,
Agreement (NCT_A) should reV|e_w the COI"St'tu“ontraining should occupy a central place. Seminars on
of the NCTA to mcluqlg Tanzania and the Centralcustoms and other transit procedures that respond to
Corridor routes. In addition, the member states shoulfhe need of exporters and importers and other stake-
a.luthorlze the rqu of t.he_ TTCA to .|nclude Coordlna'holders in transit traffic appear to be a priority. Al-
tion of all transit traffic in the region. The"l'.'l.'CA ready the TTCA has organized such seminars through
should also be charged with the responsibility tothe assistance of UNDP and UNCTAD, attended by
monitor the implementation of any protocols, CON-conomic operators from both the public and the
ventlo'ns _or resolutions of the Sub-Saharan Afr'car&_‘rivate sectors and representatives from embassies of
organizations such as. the Common Market for East- ember states and delegates from subregional orga-
ern_ and Southe_rn Africa (COMESA) and  the East,izations. Although the TTCA has planned a number
Africa Cooperation Agreement (EACA). of other seminars during the last several years, many
The TTCA should also work mutually with other of them have not come to fruition because of lack of
national bodies, including the truckers associationgunds.
such as the Kenya Transport Association (KTA), and
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5. Route Options

UGANDA RWANDA AND BURUNDI

Uganda is partly dependent on the capacity of th@&he present trend of having increased transit traffic to
KRC and URC to move its cargo, and partly on theZBR going through Dar-es-Salaam is likely to in-
road haulage industry, both in Kenya and Ugandacrease even further in the short term. Currently, most
The further priority to increase cooperation and cooref this traffic is handled through Isaka and Kigoma,
dination between KRC and URC to raise capacitypoth of which are served by TRC due to lack of good
and quality of rail services cannot be over empharoad connections from Dar-es-Salaam.

sized. Increased rail movement capacity and effi- | many respects, increased movement capacity
ciency such as evidenced by block trains and coms, g jmproved operating efficiency on the TRC are
missioning of Internal Container Depots (ICDs) atyey (4 the strategy of meeting many of the objectives
Kisumu and Eldoret, could divert a substantial vol-of Rwanda and Burundi. For both countries, the
ume of traffic to rail. In this way, transport Costs t0qpiectives of low cost transport is likely to be achieved

Uganda will be reduced, the financial position of the,,y, e efficient operations through the rail/road Isaka
railways would be increased and damage to roads i ;1o

both countries would be reduced. ) . o
For Burundi, TRC offers additional capacity via

~ Uganda will continue to use the road connectiofjgoma, The increasing traffic via Dar-es-Salaam
via Malaba and the rail/ferry connection via Mwanzay, 54 already sent signals to the Kenya Government to

as its principal security routes. For this latter routegireamiine port operations at Mombasa and improve
the major constraint is the limited TRC capacity t0,4i| services.

move cargo between Dar-es-Salaam and Mwanza, ] ) h q q
and the condition of the road route between the two TRC_: c:_apacny_constramts mean t .at Rwanda an
centers Burundi will continue to seek transit through the

_ . _ Mombasa port to achieve transit security. However,

The TRC capacity will be further constrainedhe only current operating route from Mombasa to
when the Isaka system is fully developed as the pringyanda and Burundi is the road route via Isebania,
cipal route between Dar-es-Salaam and Rwanda anghich has no comparative cost advantage to the pro-
Burundi. Therefore, the achievement of transit SeCUsse alternative rail/ferry/road route via Kisumu and
rity via Dar-es-Salaam implies that the road routq¢emondo Bay. The rehabilitation and upgrading of
between Mwanza and Dar-es-Salaam is fully rehag,q |sepania road is, however, ongoing. It is probable
bilitated, and the wagon ferry network reorganized Gt this will place a downward pressure on the trans-
accept both trucks and rail wagons. In the case of “]Sort costs along it. If, however, the Rwanda— Uganda
Malaba road, transit security will only be achievedy, qer were to be reopened, the traditional Northern

through additional costs. Corridor, from Mombasa via Malaba to the land-
locked countries, would constitute the principal alter-

native route to the Dar-es-Salaam-based routes.
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